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FUEL SUPPLY SYSTEM WITH
ACCUMULATOR

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application is a continuation-in-part of U.S. patent
application Ser. No. 13/718,474 filed on Dec. 18, 2012. The
entire disclosure of the above application is incorporated
herein by reference.

FIELD

The present application relates to a fuel supply system,
and more particularly, to a fuel supply system with an
accumulator utilized to increase fuel efficiency.

BACKGROUND

A typical fuel supply system for an internal combustion
engine includes a fuel pump that conveys fuel being stored
in a fuel tank through a fuel supply line to a fuel injector on
the engine. As the engine operates, the fuel pump is activated
to provide a continuous supply of fuel to the engine.
However, an engine’s fuel consumption varies greatly with
its required output. More fuel is required during times of
higher engine demand and less fuel during times of lesser
engine demand, or during idling. In order to ensure that the
engine is always provided with adequate fuel, the fuel pump
is typically designed to provide fuel to the engine at the rate
required for maximum engine output. Therefore, during
times of less-than maximum engine output, the fuel pump
delivers excess fuel to the system. It is common for a fuel
supply system to include a flow-through regulator to ensure
that only the required amount of fuel is provided to the
engine, and to allow for any excess fuel provided to the fuel
supply line to be returned to the fuel tank by means of a fuel
return line.

With the fuel pump designed to provide fuel to meet the
requirements of the engine when operating at maximum
output, electrical energy is consumed wastefully by the
pump during times of non-peak engine output. During these
non-peak times, the fuel pump is providing excess fuel to the
fuel supply system which is then returned to the fuel tank via
the flow-through regulator and fuel return line. Accordingly,
there is a need for improvement in the relevant art.

SUMMARY

The present application provides a fuel supply system that
includes an accumulator disposed in fluid communication
with the fuel pump and the engine. The accumulator allows
for fuel to be accumulated within the fuel supply system
when the fuel pump is activated. Excess fuel provided by the
fuel pump during times of non-peak engine output is stored
within the accumulator and later utilized by the engine rather
than being returned to the tank through the flow-through
regulator and return line. Allowing for the accumulation of
fuel within the accumulator rather than returning the excess
fuel to the tank permits the fuel pump to be operated less
frequently then in a typical fuel supply system. This reduces
the expenditure of electrical power to operate the fuel pump,
and in-turn increases the fuel economy of the engine by
requiring less electrical current to be drawn from a vehicle’s
electrical system.
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Thus, a fuel supply system that reduces the wasted
electrical energy consumed by the fuel pump when the
engine is operating at less-than maximum output is pro-
vided.

Further areas of applicability of the present disclosure will
become apparent from the detailed description provided
hereinafter. It should be understood that the detailed descrip-
tion, including disclosed embodiments and drawings, are
mere exemplary in nature intended for purposes of illustra-
tion only and are not intended to limit the scope of the
invention, its application or use. Thus, variations that do not
depart from the gist of the invention are intended to be
within the scope of the invention.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a schematic diagram showing an overview of an
exemplary automotive fuel supply apparatus according to
the principles of the present disclosure.

DETAILED DESCRIPTION

FIG. 1 is a schematic representation of an exemplary fuel
supply system according to the principles of the present
disclosure. Embodiments of the invention disclosed herein
minimize wasted electrical energy consumed by the fuel
pump when the engine is operating at less-than maximum
output. The fuel supply system includes a fuel pump 1
providing fuel to the fuel supply system from a fuel tank 6.
The fuel pump is in fluid communication with an accumu-
lator 2, a throttling regulator 3, a flow-through regulator 8,
and at least one fuel injector 4 on an engine 5. In one
embodiment, the fluid communication within the fuel supply
system is provided by fuel supply lines 7.

The fuel pump 1 is equipped with an electrical motor that
draws current from the vehicle’s electrical system in order to
operate. Typically, a battery for the storage of electrical
energy and an alternator for converting mechanical energy
supplied by the engine into electrical energy are also pro-
vided within the vehicle’s electrical system. A reduction in
the fuel pump’s frequency of operation leads to a reduction
in current draw from the electrical system. This in-turn
requires the alternator to convert less mechanical energy
generated by the engine into electrical energy.

The accumulator 2 may be any type of accumulator,
including, but not limited to, a compressed gas accumulator,
a spring type accumulator, or a metal bellows type accumu-
lator. The accumulator 2 is configured to fill with fuel after
the pressure within the fuel supply line 7 exceeds a nominal
operating pressure of the fuel supply system. The nominal
operating pressure of the fuel supply system is the pressure
required to ensure that adequate fuel is supplied to the fuel
injectors 4 so that the engine 5 operates efficiently. In one
exemplary implementation, the accumulator 2 is configured
to fill with fuel only after a pressure of the fuel supply
system between the fuel pump 1 and the throttling regulator
3 exceeds the nominal operating pressure of the fuel supply
system.

For example, if the nominal operating pressure is 57 p.s.i.,
the accumulator 2 of the present system will start to fill at
pressures exceeding 57 p.s.i. This ensures that on engine
restarts, or other conditions where the accumulator 2 may be
depleted of fuel, pumped fuel is preferentially directed to the
engine 5 before filling the accumulator 2 to allow the engine
5 to start and/or run correctly; rather than filling the accu-
mulator 2 while starving the engine 5 of fuel or providing for
an excessive flow of fuel to accommodate both the accu-
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mulator 2 and the engine 5, which is inefficient and reduces
fuel economy. In one exemplary implementation, the fuel
pump is configured to supply fuel to the at least one fuel
injector 4 independent of the accumulator 2, such as when
the pressure in the fuel supply system between the throttling
regulator 3 and the fuel pump 1 is at or not above the
nominal operating pressure.

In one exemplary aspect of the invention, the accumulator
2 is equipped with a shutoff valve 12, such as a control or
solenoid shut off valve that is configured to isolate the fuel
system from flow in or out of the accumulator 2. This
solenoid valve 12, which is controlled by the engine control
module 10, is used, for example, in the event of a potential
vehicle safety issue (such as a vehicle impact event) in
which there might be damage to the vehicle fuel system. In
such a potential scenario, the engine control module 10
would use indications such as airbag deployment or unex-
pected engine stalling to close the solenoid shutoff valve 12
to contain the volume of fuel stored in the accumulator 2
under pressure. In the location shown, the solenoid valve 12
isolates the entire fuel system from the accumulator 2, rather
than just the engine portion or just a portion of the fuel
system.

The throttling regulator 3 allows for a substantially con-
stant supply of fuel to the engine 5 at approximately the
nominal operating pressure regardless of pressure variations
above the nominal operating pressure at the inlet of the
throttling regulator 3. The throttling regulator 3 is preferably
of an intake manifold pressure referenced type, rather than
a regulator referenced to atmospheric pressure. With the
regulator referenced to manifold pressure, the gauge fuel
pressure (relative to atmosphere) varies with the variation of
manifold pressure, keeping the delta pressure across the
injector constant regardless of operating condition. This
feature extends the linear flow range of the injector, improv-
ing metering accuracy.

The inlet of the throttling regulator 3 is in fluid commu-
nication with the accumulator 2, and the outlet of the
throttling regulator 3 is in fluid communication with a fuel
rail 14 that is in communication with and coupled to the fuel
injectors 4 of the engine 5. The throttling regulator 3 is
preferably positioned between the accumulator 2 and a fuel
rail 14 allowing for higher fuel pressures to be present
between the fuel pump 1 and the inlet of the throttling
regulator 3, while maintaining a supply of fuel to the fuel
injectors 4 (via the fuel rail 14) of the engine 5 at approxi-
mately the nominal operating pressure. By design the throt-
tling regulator 3 is opened when the pressure in the fuel rail
14 is below the target value, allowing the accumulator
system 2 to raise the fuel rail 14 pressure. When the pressure
in fuel rail 14 is at or above the desired target value, the
regulator 3 is closed, allowing no flow in or out of the fuel
rail 14. With this configuration, fuel is accumulated within
the accumulator 2 at a pressure greater than the nominal
injector 4 operating pressure, while fuel supplied to the
engine 5 is at approximately the nominal injector 4 operating
pressure.

The flow-through regulator 8 protects the fuel injectors 4
from overpressure events which cause metering errors or
fuel leakage into the engine (with performance and emission
penalties), and therefore is set to relieve pressure within the
fuel rail 14 at a threshold higher than the nominal injector 4
operating pressure. The flow-through regulator 8 is prefer-
ably positioned between the throttling regulator 3 and the
fuel rail 14/fuel injectors 4 on the engine 5, since the
throttling regulator 3 is unable to relieve fuel rail pressure
back to the accumulator system 2 when it rises above the
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nominal injector 4 operating pressure. Excess fuel is
returned only during overpressure events (e.g., hot soaks) by
the flow-through regulator 8 to the fuel tank 6 through a fuel
return line 9. In this manner, placement of the flow-through
regulator downstream of the throttling regulator 3 (and thus
accumulator 2) and upstream of the fuel rail 14 and injectors
4, provides for relieving pressure at the fuel rail 14 at a
pressure higher than the nominal operating pressure while
advantageously not affecting the accumulator pressure.

A check valve 11 is provided so as to prevent fuel supplied
to the fuel supply system from returning to the fuel tank 6
through the fuel pump 1 when the fuel pump 1 is not in
operation. The check valve 11 also allows the fuel supply
system to remain pressurized when the fuel pump 1 is not
activated.

During operation, a control module 10 monitors and
controls the fuel pump 1, and can activate and deactivate the
fuel pump 1 so as to maintain a pressure in the accumulator
higher than the nominal fuel injector 4 operating pressure, to
insure a constant supply of fuel to the engine 5. In one
embodiment of the present invention, the control module 10
monitors a current draw from the electrical motor of the fuel
pump 1 as an indication of the outlet pressure at which the
pump 1 is operating, without the need for a pressure sensor
in the system. When the current draw reaches a predeter-
mined value, the control module 10 deactivates the fuel
pump 1. The predetermined current draw value at which the
fuel pump 1 is deactivated can be fixed or variable.

For example, the predetermined pump current draw value
can be calculated using an established characteristic curve of
pump motor current draw in relation to accumulator pressure
and fuel flow to the engine 5. Initial pressure of the accu-
mulator 2 is calculated using the known relationship of
accumulator fill volume and accumulator pressure. During a
previous pumping event, the accumulator 2 was filled to full
capacity, i.e. a known pressure characteristic of the accu-
mulator 2. After this initial condition is set in the engine
controller 10, fuel consumed by the engine 5 is totalized by
a calculation using injector flow rate, pulsewidth, and fre-
quency. This total of fuel consumed by the engine 5 corre-
sponds to volume of fuel exiting the accumulator 2. In this
way, current accumulator fill volume can be calculated,
along with the accumulator pressure that corresponds to this
state of fill based on known accumulator characteristics.

When a predetermined low pressure/fill threshold is
reached, the pump 1 is energized. During this time pump
input power (current times voltage to the pump) is calcu-
lated, and this power corresponds to fluid pumping power
(pressure times flow). With the pressure known from the
previous calculation, pumping power can be used to calcu-
late pump flow. However, since the engine 5 is still con-
suming fuel, the pump 1 flow must be divided into engine 5
flow and flow into the accumulator 2. This is again done
using injector flow rate, pulsewidth, and frequency. Total
pump flow less engine flow is flow into the accumulator.
This flow is totalized by the engine controller 10, and when
an amount has been delivered to the accumulator 2 which
fills it completely, the pump is turned off and the cycle
repeats.

In another aspect of the invention, a pressure sensor
within the fuel supply system provides accumulator pressure
data to the control module 10. When the pressure reaches a
predetermined value, the control module 10 deactivates the
fuel pump 1. In yet another embodiment of the present
invention, the fuel pump 1 is supplied with a low cost
pressure switch to replace the function of an analog accu-
mulator pressure sensor, eliminating the cost of the sensor.
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This switch can be directly in control of the voltage supply
to the pump with no intervention from the engine control
module, or preferably can be an input to the engine man-
agement controller so that switch closure as pressure rises
(and later switch opening as pressure falls) is one of several
inputs to the pump control algorithm, which then can be
more complex than a simple pressure threshold.

In yet another embodiment of the present invention, the
control module 10 calculates the time it takes the pump 1 to
fill the accumulator 2 with fuel from its current calculated
state of fill, and activates the pump for this predetermined
time. The control module 10 deactivates the fuel pump 1
once this predetermined time has elapsed since the fuel
pump 1 was last activated. This predetermined time can be
a function of the calculated or measured amount of fuel
consumed by the engine since the accumulator was last
filled, to minimize the amount of time that the pump is
activated. Specifically, the level of engine demand can be
measured or calculated by the control module 10. The
control module 10 can then calculate the amount of fuel
being consumed in comparison to the amount of fuel being
stored in the accumulator 2, and adjust the predetermined
pump activation time accordingly. For example, when the
engine is idling, the predetermined pump activation time is
relatively short in comparison to times of high engine
demand.

The calculated state of fill of the accumulator 2 is an
indication of the accumulator pressure, since the pressure of
the fluid side of any accumulator rises directly as the elastic
medium of the accumulator is compressed by filling. The
ability to calculate accumulator pressure from pump 1 and
engine 5 operating parameters already known by the control
module 10 eliminates the need for other pressure sensors,
volume sensors, or switches. With the accumulator filled to
its maximum capacity by suitably long pump activation, the
volume of fuel remaining in the accumulator 2 can be known
with some certainty by calculating fuel flow into the engine,
using injector pulsewidth and engine speed.

In yet another aspect of the invention, the control module
10 monitors the engine fueling correction required to main-
tain a desired measured exhaust gas oxygen output of the
vehicle while in operation. This fueling correction is an
indication of the delivery rate of the injectors 4, which in
turn is a direct function of the pressure applied by the fuel
system. When the correction required to maintain a desired
exhaust gas oxygen output (i.e. engine air/fuel ratio) reaches
apredetermined value, the control module 10 deactivates the
fuel pump 1.

While the fuel pump is deactivated, the accumulator 2 is
pressurized with fuel at a pressure greater than that required
for engine operation, allowing the accumulator 2 to continue
to supply adequate fuel to the engine 5 through the throttling
regulator 3. The fuel pump 1 is once again activated when
fuel stored within the accumulator 2 has decreased below a
predetermined volume or equivalently a predetermined pres-
sure.

In one embodiment of the present invention, a pressure
sensor within the fuel supply system provides pressure data
to the control module 10. When the pressure falls to a
predetermined value, the control module 10 reactivates the
fuel pump 1. In another embodiment of the present inven-
tion, the fuel pump 1 is supplied with a pressure switch. The
pressure switch reactivates the fuel pump 1 once the pres-
sure within the fuel supply system falls to a predetermined
value. The pressure at which the pump is activated may be
a constant value, or may be altered in relation to engine
demand and the rate of fuel consumption.

10

15

20

25

30

35

40

45

50

55

60

65

6

In yet another aspect of the invention, the accumulator 2
is equipped with a volume sensor that provides data to the
control module 10. When the accumulator volume falls to a
predetermined value, the control module 10 reactivates the
fuel pump 1. In yet another aspect of the invention, the
control module 10 monitors the number and duration of fuel
injector pulses to calculate the amount of fuel used by the
engine since the accumulator 2 was last filled with fuel.
When the fuel output from the accumulator reaches a
predetermined amount, the control module 10 reactivates the
fuel pump 1.

In addition, the control module 10 activates the fuel pump
1 when the engine 5 is in a reverse power state. A reverse
power state is a state when the electrical energy needed to
operate the fuel pump 1 can be obtained from the vehicle’s
electrical system with little or no additional fuel energy from
the engine 5 being expended, or conditions where the
vehicle’s inertia reverses torque in the drivetrain to motor
the engine with little or no consumption of fuel energy.
Reverse power states include, but are not limited to, times
when the vehicle is decelerating, coasting, or descending a
hill. Typical of engine control during these states is a fuel
injection strategy which reduces or stops delivery to the
engine 5. By operating the fuel pump 1 when the engine 5
is in a reverse power state, the accumulator 2 can be filled
with fuel pumped by using alternator power derived from
vehicle kinetic energy spinning the engine (and so the
alternator) to drive the electric fuel pump 1. Under some
vehicle operating duty cycles (e.g. city traffic) with frequent
decelerations it is possible to power the fuel pump 1 exclu-
sively during vehicle decelerations with the fuel injectors 4
shut off. Less fuel energy is thus expended by the engine 5,
thus leading to a further increase in fuel efficiency.

Depending on the requirements and physical dimensions
of the components of the fuel supply system, the compo-
nents can be arranged in any fashion that allows for adequate
operation of the system. As such, the fuel pump 1, the
accumulator 2, the throttling regulator 3, and the flow-
through regulator 8 can preferably be contained within the
fuel tank 6. Containment within the fuel tank 6 is an
advantage since fuel leaked or permeated from the system
components is contained within the fuel tank 6, reducing
safety hazards and regulated evaporative fuel emissions.

The disclosed fuel supply system therefore allows for
adequate fuel to be supplied to the engine 5, while conserv-
ing energy and reducing fuel consumption. The accumulator
2 allows for fuel to be accumulated within the fuel supply
system so that the fuel pump 1 is operated less frequently.
Because the accumulator 2 is configured to fill with fuel after
the pressure within the fuel supply line exceeds a nominal
operating pressure, fuel is provided to the engine more
quickly upon initial startup, allowing for faster and more
reliable engine starts. In addition, operating the fuel pump 1
to fill the accumulator 2 when the engine 5 is in a reverse
power state further increases fuel efficiency.

It will be understood that the mixing and matching of
features, elements, methodologies and/or functions between
various examples may be expressly contemplated herein so
that one skilled in the art would appreciate from the present
teachings that features, elements and/or functions of one
example may be incorporated into another example as
appropriate, unless described otherwise above.

What is claimed is:

1. A fuel supply system, comprising:

a fuel pump and at least one fuel injector;

a throttling regulator in fluid communication with the fuel

pump and configured to provide fuel pressure at a
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nominal operating pressure of the fuel supply system at
the at least one fuel injector;

a flow-through regulator positioned between and in fluid
communication with the throttling regulator and the at
least one fuel injector;

an accumulator positioned between and in fluid commu-
nication with the fuel pump and the throttling regulator,
the accumulator being a spring-type or compressed
gas-type accumulator configured to accumulate fuel at
an accumulator pressure, which is greater than the
nominal operating pressure;

wherein the throttling regulator is positioned between the
accumulator and the flow-through regulator, the throt-
tling regulator configured to provide fuel pressure at or
above the accumulator pressure between the fuel pump
and the throttling regulator while maintaining a supply
of fuel to the at least one fuel injector at the nominal
operating pressure thereby providing for the accumu-
lator to fill after fuel pressure between the fuel pump
and the throttling regulator is at or above the accumu-
lator pressure, and

wherein the flow-through regulator is configured to selec-
tively provide pressure relief when fuel pressure in the
fuel supply system at the at least one fuel injector is
greater than the nominal operating pressure; and

a control module connected to the fuel pump for moni-
toring and controlling operation of the fuel pump,
wherein the control module monitors a current draw of
the fuel pump as an indication of an outlet pressure of
the fuel pump to control operation of the fuel pump
without requiring a pressure sensor, and wherein cur-
rent draw values at which the fuel pump is deactivated
vary in relation to accumulator pressure.

2. The fuel supply system according to claim 1, wherein
the accumulator is configured to fill only after fuel pressure
between the fuel pump and the throttling regulator is at or
above the accumulator pressure such that the fuel pump is
configured to supply fuel to the at least one fuel injector
independent of the accumulator.

3. The fuel supply system according to claim 1, wherein
the throttling regulator is configured to provide for the
accumulator to fill only after fuel pressure between the fuel
pump and the throttling regulator exceeds the nominal
operating pressure of the fuel supply system.

4. The fuel supply system according to claim 3, wherein
the flow-through regulator is configured to selectively pro-
vide pressure relief when fuel pressure at the at least one fuel
injector is greater than the nominal operating pressure and
while not relieving pressure of the fuel supply system
upstream of the throttling regulator.

5. The fuel supply system of claim 4, wherein the throt-
tling regulator is an intake manifold referenced type regu-
lator such that a gauge of fuel pressure varies with a
variation of manifold pressure.

6. The fuel supply system according to claim 3, further
comprising an accumulator shut off valve in communication
with the accumulator, the shut off valve configured to
selectively isolate the accumulator from a remainder of the
fuel supply system.

7. The fuel supply system according to claim 1, further
comprising a pressure sensor connected to the control mod-
ule, wherein the control module monitors a pressure within
the fuel supply system to control operation of the fuel pump;
and wherein the pressure values at which the pump is
activated and deactivated vary in relation to engine fuel
consumption.
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8. The fuel supply system according to claim 1, further
comprising a pressure switch connected to the fuel pump,
wherein the pressure switch controls operation of the fuel

ump.
9. The fuel supply system according to claim 1, further
comprising a volume sensor connected to the accumulator
and control module, wherein the control module monitors
the volume of fuel within the accumulator to control opera-
tion of the fuel pump.

10. The fuel supply system according to claim 1, wherein
the control module calculates the amount of fuel within the
accumulator and the required pump

activation time to fill the accumulator in its current state
to control the operation of the fuel pump.

11. The fuel supply system according to claim 1, wherein
the control module monitors engine fueling correction
required to maintain a desired exhaust gas oxygen output of
the vehicle to control operation of the fuel pump.

12. The fuel supply system according to claim 1, wherein
the control module monitors a number and duration of fuel
injector pulses to control operation of the fuel pump.

13. The fuel supply system according to claim 1, wherein
the control module activates the fuel pump preferably during
a reverse power state.

14. A fuel supply system, comprising:

a fuel pump and at least one fuel injector;

a throttling regulator in fluid communication with the fuel
pump and configured to provide fuel pressure at a
nominal operating pressure of the fuel supply system at
the at least one fuel injector, the throttling regulator
configured to open when the pressure at the at least one
fuel injector is below the nominal operating pressure,
and close when the pressure at the at least one fuel
injector is at or above the nominal operating pressure;

a flow-through regulator positioned between and in fluid
communication with the throttling regulator and the at
least one fuel injector;

an accumulator positioned between and in fluid commu-
nication with the fuel pump and the throttling regulator,
the accumulator being a spring-type or compressed
gas-type accumulator configured to accumulate fuel at
an accumulator pressure, which is greater than the
nominal operating pressure;

wherein the throttling regulator is positioned between the
accumulator and the flow-through regulator, the throt-
tling regulator configured to provide fuel pressure
above the accumulator pressure between the fuel pump
and the throttling regulator while maintaining a supply
of fuel to the at least one fuel injector at the nominal
operating pressure thereby providing for the accumu-
lator to fill after fuel pressure between the fuel pump
and the throttling regulator is at or above the accumu-
lator pressure, and

wherein the flow-through regulator is configured to selec-
tively provide pressure relief at a location between the
throttling regulator and the at least one fuel injector
when fuel pressure in the fuel supply system at that
location is greater than the nominal operating pressure;
and

a control module connected to the fuel pump for moni-
toring and controlling operation of the fuel pump,
wherein the control module monitors a current draw of
the fuel pump as an indication of an outlet pressure of
the fuel pump to control operation of the fuel pump
without requiring a pressure sensor, and wherein cur-
rent draw values at which the fuel pump is deactivated
vary in relation to accumulator pressure.
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